No wonder, in the year 1953 when AlhajiTafawabalewa visited the United States of America, he observed the enormous contribution of the Missipi River to the US economic development and became convinced that the Niger and Benue rivers could play a similar role. Subsequently, the Netherland Engineering Company (NEDECO) were contracted to provide a feasibility study of water ways development which they carried out in series of reports : 1955, 1959, 1961 .
As a follow-up to the draft Environmental Impact Assessment (EIA) report, the dredging of the river was first carried out in 1958 by NEDECO and secondly by a consortium of LCHP and Westminster Dredging company in 1978 from Baro through Lokoja to Onitsha, Onya to Warri and Port Harcourt (Wikipedia, 2011) .
Although the nation inland water ways operation has been in existerice since the colonial era, the National Inland Waterways Authority (NIWA) formally the Inland Waterways Department (IWD) under the Federal Ministry of transport, was set up in 1956. As a statutory body, 100% owned by the Federal government, NIWA was established by Decree No. 13 of 1997. With head office at Lokoja and thirteen area offices across the country, the mission and objectives among others include; to provide regulation, economical and operational leadership in the nations inland waterways system and develop infrastructural facilities for efficient international transportation system in line with global best practices that is safe, seamless and affordable. In addition, the authority is to improve and develop the inland waterways for navigation, provide alternative mode of transportation for evacuation of economic goods and persons and execute the objective of Transport especially as it concerns inland waterways.
1.2PROBLEM STATEMENT
Although, inland waterways provide cheaper means of transport and also open up economic activities, we cannot neglect the costs attached to its operation. According to (Ogwude, 1993 ) the advent of mechanized transport has both increased our mobility and enriched our lives by widened experience; but it has also increase the price of transport usage in terms of human lives and sufferings due to accidents.
The valuation of waterways transport accident reduction can be viewed as resource cost or as an investment appraisal item. As a resource cost, it can be used to evaluate the cost associated with accident in terms of human and material losses. But its interpretation as an investment appraisal item is perhaps more important. This means that it can be used to assess the achievements of transport safety measures and the relative benefit of alternative transport programmes and policies (Ogwude, 1993) . Other studies have investigated the determinants of the vessel accident oil spillage of oil-cargo vessel (Tally et al, 2001, Anderson and Tally, 1995) . They revealed that oil-spillage is greater for collision and materials/equipment failure accidents with regards to tank barge accidents. However, this study attempts to capture the percentage change between the fatal and non-fatal accidents in Nigeria waterways, specifically the Port Harcourt waterways. This will bridge the gap created between previous researches.
OBJECTIVE OF THE STUDY
The main objective of this study is to analyse the effect of vessel accident on inland waterways operation in Nigeria. The specific objective is:To quantify the degree of change between fatal and non-fatal accidents in Port Harcourt waterways.
RESEARCH QUESTION
Is there a significant change between fatal and non-fatal accidents in Port Harcourt waterways?
SIGNIFICANCE OF THE STUDY
The study is invaluable for policy makers, the academia as well as shippers, operators and the general public,since inland waterways transport is relevant to the socio-economic development of Nigeria.
II.
Literature Review
REVIEW OF VESSEL ACCIDENT AND OIL SPILLAGE.
According to Tally (2001) the vessel accident oil-spillage literature has focused on oil-cargo vessels, tankers and tank barges, implicitly assuming that these vessels incurgreater accident oil-spillage than the other (i.e, non-oil-cargo) vessels which just carry oil in their fuel tanks. Anderson (1995) investigates the validity of this assumption for the post US OPA-90 (oil pollution Act of 19900 period by investigating determinants of vessel accident oil spillage, where one of the hypothesized determinants is type of vessel (including both oilcargo and non-oil-cargo vessels). Tobit regression estimates of vessels accident oil-spillage functions suggest that tank barges have incurred greater in-water and out-water oil-spillage for the post OPA-90 period than non-oil-cargo vessels (except for freight ships). The policy implication is that greater attention needs to be given to reducing tank barge accident oil-spillage in the post OPA-90 period.
A vessel may spill oil internationally or accidentally. Intentional spillage is typically operational dumping, e.g after discharging its oil cargo, a vessel takes ballast water into its cargo tanks to ensure stability on the return trip, but then dumps the dirty ballast, waster-in-oil mixture, on or before arrival at the loading port. Accidental spillage may occur during the transfer of oil from a vessel accident. US public concern for oil-spillage from vessel accidents has intensified since the tanker vessel, the Exxon Valdez, ran aground in Alaska in March 1989, spilling nearly 11 million gallons of oil into price William sound (Brown, 1996) .
2.2THE SEVEVERITY OF CRUISE VESSEL ACCIDENTS
Talley et al (2000) investigates determinants of the property damage and injury severities of cruise vessel accidents. In his study, detailed data of individual cruise vessel accidents for the 11-year time period (1991-2001) that were investigated by U.S Coast Guard were used to estimate cruise-vessel accident property damage and injury severity equations. The estimation results suggest that cruise vessel damage cost per vessel gross ton is greater for: allusion, collision, equipment-failure, explosion, fire, flooding, and grounding cruse vessel accident than for other types of accidents and human cause. The accident injury severity is greater for ocean cruise than for inland water way and harbor / dinner cruise vessel accidents and human cause. The unit damage cost of $ 207 for explosion accidents is greater than that for other types of accidents. If the accident is caused by a human factor, the probability of non-fatal and fatal injuries increases by 0.0877 and 0.0077, respectively. Staff (1998) investigates the determinants of property damage and injury severities of cruise vessel accidents. He identified three types of cruise vessels (ocean, inland waterway, and harbor / dinner) in his study.
III. Methodology
Data used was from secondary sources through the National inland waterways Authority (NIWA). The data set for fatal and non-fatal accidents for the period 2004-2009 were analysed with the use of simple percentile analysis.
IV.
Data analysis and presentation 
V. Summary of Results
The results of the analysis shows that there is a fatality rate of approximately 19% in Boat accidents between the study period (2004) (2005) (2006) (2007) (2008) (2009) ). This accident involved a total number of 320 boats (including those propelled by oars) as shown in Table 1 . Comparatively, Fatality rate of Ferry accidents in Table 2 is approximately 6%. The Tables show that there is a significant change between non-fatal and fatal accidents. This goes a long way to answering the research question set earlier in this study: Is there a significant change between fatal and non-fatal accidents within Port Harcourt waterways?
CONCLUSION
Based on the results of the analysis, we may infer that fatality rate of Boat accident was negligible in the base year 2004 but escalated in 2009 with a rate of 63%. This may imply that safety standards reduced from 2004 to 2009. It may also be as a result of the use of worn-out boats. Human factor errors could be a major contributing factor, as most of the boat drivers carry passengers even when they are under the influence of alcohol.
With respect to Ferry accidents, there was an irregular trend in the fatality rate. Fewer fatality rates as were observed in 2004, 2005, and 2006 gave negative values. This led to the total reduction of fatality rate to a value of 6%. Comparatively, the results reveal that more accidents occurred with the operation of boats along the waterways than ferry operations this may further reveal that sea worthy ferries were employed in the waterways transport. The economic effect is that there will be rise in patronage in ferry services in the near future due to reduced fatality rate.
RECOMMENDATIONS
It is recommended that;  Engine propelled boats be utilized on the waterways  Out-dated boats should be scrapped and new ones acquired for replacement  Boat drivers should be sensitized in a workshop organized by NIWA, for safe operations.  NIWA and other regulatory bodies like NIMASA should ensure that the waterways are maintained and made navigable at all times.
